' RECORDS CODE SHEET ‘ i ‘
| BND 4538 (Wew 1)
[ NAVAL AVIATION SAFETY CENTER
E GENERAL (Cond N, 1) SUPPLEMENTARY (Cond Ne. 1)
T ¥ rlrlz i Den | veethee BTT_}T_A' 1621
b Reperting Cuttodion 3171812204 | xind of Pligh v R 14 M
}_Ino DI ot L (ALE 2526 | Reletive Wind - Direstion R n
Major Command 27 | Rolative Wind « Voloelty 5 S [ 2
| Alreralt Damege T T TR 0] Releties Wind (014 Code - et in Use). SE 7
Almoﬁ_!-ul A= R » Clm : A &L n
l-mv mu n MolM ¢ 0] Time ol 9-' “ »
[ First Avcidont type T 1B 319000 | Nember of ther Airersht | %
| Pirst Aveidont phave 2 B? 19308 | Altirde of Dueumance ]f'] Z 938
! lnla‘.l_"i_ﬁ]' ype o =4 8 “'l’ Ccnmhmn! Covee Fastors wn
Seeond Aseidont phass SWES "o Pilet Powwr S 187w
[ Type of Oporerion W g 3#'-40_{ i ! Ot Parsennel Feowi [ | Java
Co_o_wih_n_lm 'nnn - ey Major M mm 'uv - i 't
Pilet Faster, Firnt : _NLE e [ TR : “
[ Pilot Poster, Boeend Y &_I_L1 _!m_lmo_( : ¢ “
PhotPos Yo . - N Vearher d “
[ Piret athor Pursonnel Faster i (308 | NowNavy Injury ("R AR
 bouond oot Porsonnel Poeter 3087 | Womber of A% o T w0 W iy ’,w wa
Pn-:’ Mejor Matoriel Foo.r o > A 0 1 Number of “B" Injury : . REE AL
WM«M hm- L.» ] Mumber o 11C" ey SRR S 129
_!'.',‘!L L s L 90 1 mber o D" injuny SIS ENTREE TR R R
| [Peslive L 11 Numbar of VB Injury 3 R Wy
~: o Dot b Cond, | [ 1 [ oo [Covorion R eIvis ou
B LT I D e ] Fediin Ben 74
"
Comet Poeericoss  WLEn | scemnr ssan[A] [ 12 T P
N "N 'L [l e’ Tad
Ne Porsennel Cond (R 0§ scavent movar (4 Wislslz
PISCAL YRAR @ weeALATIR 1 | |
100 The whavs Fiaids wre s be wede! Cade o
e » d in ol Cuded Code
PERIONNEL ITATHTICH I
e Al b g g ]
vl 1 ie] im0 d|d ll I ‘!Ll- TREHAL { |12
0o
T

" AL L - LA LU ..""k““..'.

File Numbe: 10 PERSONNEL CODED ON AEVERSE DOR )~ [

E =




s OTHER INJURED PERSONNEL
(Modified Card No., 3)

2 FILE NUMBER . NAME
. i e
r .i o |sl
9 . la!!.li;j
°‘0"lll'ﬂ’lnzi‘ﬂ;“??a_ﬁlﬂ’?? ‘:oﬂj;lél
\ 7 g
oe|

|




YEA

ATH
DAY
TYPK

e

A & B DEPARTMENT NARRATIVE CODE SHEET

=
-
= BUREAU NUMBER
3 7 BBhe izl 1s {15, 20“AR1963 76{77|78
11D BB i 1 .
. = | L) 5
4/t s | | 27 |3
=45 19120.21122/2324 25 2 6/27125129] 30] 31[32]33) 34 [35] 36 B7] 35135 [io 1}42|43144 14546 [47]48[2950 51 5657
o7 /‘l ErIT X IEka ~/12F ¥ K il |1 iwie
PREPARED B RS LOG CLERK - PUNCHED OcT 2
TIVE BRIEF ' ’ 3
1‘ ZXB4 2526 29 u%xuxun 39/40)41]4214314414 47 4 5. 54 {
Lr‘ /’ ol - \’.f—d v (e ’f/E If i l’ ~ 8
- H 1Y ." "
L. b e ] lels Wildel, Lo abollle el il Ul |4 | b2 i
: =
! g_Frcf's CIElT L e M7lo| i el . elclelnv = x| % b
= c
Spisiplele br lelilz o t sloj@lslcwirlelnl. | (A 1A | A . P % R
2 11
N ®
L i
N . ?:‘
e
-~ >
PREPARED BY PUNCHED NNy ~

) 10089 VERIFIED

§
.

v




- ~
U.S. NAVAL AVIATION SAFETY CENTER

Us 8. NAVAL AIR STATION
NORPOLK 11, YIRGINIA

NASC:13 1000
: Sort 776
2 20 Maroh 1963

SPECIAL NANDLING REQUIRED IAW OPNAVINST P3750.6 SERIES

From: Commander, U, 8, Navil Aviation Bafoty Contor
Tos Commanding Officer, Helicoptar Anti-Submarine Squadron NINE

Subjs HS~9 AAR ser 1.62 concerning SH-34 (HB8-2) BulNo 149004
acoident ooourring 18 Ootober 1962, pilot HUGHES

1, The subject report and all ondorsements theroon have been rovieved,
The Naval Aviation Bafoty Center conours with the comments and recommen
dations of the Afroraft Aooident Board as modified by subsequent endors-
ors subjeot to the following, !

2¢  There io 1ittle question that the all wather belicopter Anti-Subearine
Warfare (ASW) minaion leaves small margin for error by the pilot flying

the don during the hours of darknenss, During a recent eight month
period six Navy pilots flew their helioopters into the water at night,

Only one of these was not ongaged in ASV training, Bvory offort mist be
made by ocarrier parsonnel to provide Helicopter Anti-Sutmarine Squadron (KS)
pilots with the Cn poseible operating conditions and facilities., BEvery
offort.must be made by HS squadron and air group supervisory perasonnel to
provide their pilots with olear ooneise dootrine and adequate training in
the use of that dootrine, Standardization 18 a must if the miseion in to
be flown safely, It Lo largely up to squadron porvisory personnel to
insure standardisation in sound (nstrument flight d

oourse, .oven more up to the pilots themselves to

3+ There is presently no action boing taken within the Bureau of Naval
Woapons to install a low level audio varning device in the SHe3A (HSS-2),
Such a move, however, is being studied, The Naval Aviation Safety Conter
has previeusly recommended that such & warning device be installed and
vill continue to pursue the subject,

4e After thorough consideration of the minority opinions expressed in
the Medical Officer's Roport the Center conocurs vith the Board that
pilot disorientation due to inproper instrument fI4ght procedures vae
the primary cause of the nishap, Y

5+ The Board presented insuffiocient ovidence to substantiate a contributing
factor of supervisory on the part of the Air Operations Departmont ,




NABC 113 1008
amm. HANDLING REQUIRED IAW OPNAVINST P3750.6 pmu

Subjt HS<9 AAR ser 1«62 conoerning SH=3A (H88-2) BuNo 11.9601.
acoident ooourring 18 Ootober 1962, pilet HUGHES

6. Ths oause of this aceident has been recordsd by the Center indicating
the pilot ap the primary factor and veather as & contributing factor,

mﬁn zr-u) (2)
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SPECIAL HANDLING REQUIRED IN ACCORDANCE WITH PARA 70, OPNAVINST 3750.60

FIFTH ENDORSEMENT on HB-O AAR ser 1-62, SH-3A, 149004, accident
occurring 18 October 1962, pilot HUGHES

From: Commander Naval Air Force, U,8., Atlantic Fleet
To: Commander, U.8., Naval Aviation Safety Center

Bubj: Adveraft Accident Report

1. Forvaxded, conourring in the comments and recommendations of the
Alferaft Accident Board ms modified by subsequent endorsers, subject to
the following comment:

as The recommendstion contained in paregraph 2a(l) of the second
endorsement 1o fully concurred in, Ve ocan no longer afford to fly the
never all veather helicopters, under instrument conditions, in the sane
offhanded manner which has often prevailed in the past, Tolerances in
instrument £lying are fine but errors will occur and unless a cortain
margin of safety is allowed, accidents of the nature reported herein
vill continue to plague us.

By direction
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SPECIAL HANDLING REQUIRED IN ACCORDANCE WITH PARA 0020 1bb
70, OPNAV INST 3750,6D Sert ) o .
: NOV 6 156z

FIRST ENDORSEMENT ON HS-9 AAR 1-62 concorning SH-3A (HSS-2) BUNO 14,9004,
occurring. 18 October 1962

Fromt Commanding Officer, Helicopter inti-Sulmarine Squadron NINE
o/o Fleet Post Office, Now York, New York
Tos Coemander, U, S, Naval Aviation Safety Center -
Vias 1) Commander Carrder Anti-Submarine Air Group SIXTY
§2§ Conmanding Officer, USS ESSEX (0VS-9)
J) Commander Carrier Division LIGHTEEN
h) Commander NavAl Air Force, Us S, Atlantic Fleet

Subjt Adreraft sccident; report of

1, The comments and recommendations of the Acoident Board made vith regard
to H3-9 AR 1-62 of 18 October 1962 are forwarded and conourred in with the
following comments and exceptionss

&. Recommendstion 11 Conour, CNAL Instruction 3740,12D states that
carrier qualifigations will be conduoted 4n Vi weather with the further
oonnotation that this will not be marginal VPR Lut weathor enouring a good
hordson,

The veather this partioular night had been considerably worse uatil one
hour prior to this launoh, From porao obpervation while flying on the previou
TUght I an say that after approxinat 2300 the weather improved and that
oxoept for 1solated squalls there wae a definite hordson in all quadrants.

bs Rocommendation 21 Conours However, the Operations Officer of the
USS BSSEX personally talked with LODR in the Ready Room and asked him
Af he winhod to cancol tids flight stating that 4f ha wished to do 80, he would
recommend it to the Plag, LJDR HUGHRS wished to try and findioh qualdtying
throo remaining HAPC'a who nooded mome night oarrder qualdfieation landings,
The agreenant then wao that if this progressed rapidly somo of the oo=pilotn
might, be qualified, however, this would be secondary only and there would be ho
hesitation to emncel for the remainder of the nights.

Hore it would be well to consider some background of the previous operas
tdonn. ~Helicopter carquals had been worked 4in on a Mime and space available"
basin. Only one hour perdod had been sphoifioally soheduled and flown for
shed oommenoing approximately twenty
+ The other day and night landings had
¥ to 4 hours on misedons varying from ASKW
around in o delta pattern, waiting for
™ féﬂ:ﬁ Mt Quatitied oo rat
t te
only three HAPC's and co=pilots to finish night
pride with LODR WUGHEO who vas Plight Offia
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SPECIAL HANDLING REQUIRED IN ACCORDANCE WITH PARA 70, OPNAV INST 3750.6D

de Recommendation 4. Concur. Design studies should also be conducted
to determine feasibility of rolocating some of the heavy electronic
eqiment immediatley in back of the Sonar Operator's seat.

e. Recommendation 5. Concur.

f. Recormendation 6. Concur.

g« Recommendation 7. Concure

h. HRecommeddation 8. Concur.

i, Recommendation 9. Concur if structurally feasible.

3« Recommendation 10. Conour with the following commentst OStorage of
necessary survival equipment, pyrotechnics, etec. has been brought up for
consideration and action numerous times by not only this squadron but others
operating HS3-2 adreraft. It would seem absurd that with all the excess
space availsble in the H3S-2 in its configuration as an ASW vehicle, adequate
facilities could not be built in. As yet no approval as to methods of
sttachment or authorised installations have been forthcoming.

ke Recommendation 1ll. Concur. This has been done and will continue
to be premulgated both by education and flight trainirg.

1, Rotommendation 12, Concur, In addition improvement should be
instigated in regard to the inside cockpdt lightes and diale. Reflections
from various information and waming lighte (i.e.,,the navigation panel
lighte) oreate weird effects on the huge plexiglas windows at night under
IFi. wonditions.

e Recommendation 13. Concur, There are numercus requiremonts
gonerated whereby the pilot or co-pilot must rotate Ms head at least 90°
or more from the nomal field of gravity. ALl the switches and dials on the
Doppler-Coupler, Navigation, and Radio Console require at least this much
movenent of the head for olome porutiny.

ne Recarmendation 1k« nunux conour, and a letter im in the
process of being prepared and sent via channels to so commend the USS MANLEY,

2, With regard to the minority report and the Always present conjecture as
to what actually oaused the accident, the following an a swmmary Are considor
od appropriate as (1) Possible causes or contributing factors, (2) Important
regardless of their impact on this acoident

The ironic few seconds delay in aocting to hold "52" on decks
The ensueing transmission for both to return to ship.

disorient e
leg onrrded

The movemants of the dee o oould very lo!nuuy have
whil making e landinge hie downwdnd
4t moved over to the right

n

He obviously was
turned downwind.

) appraioed
‘ tried These were under
mioh more difficult oireumstanc
3?““"‘ LODR HUGHES wamone of the moat qualified and experienced pdlote
the » oopecially with £o instrument [ s e had no

oy A control malfunction
either pilot or co-pilot cannot
statements, and investigation make this highly irrrobable,
%, Pilot disorientation must be dnoluded ¢ o facter since even had
any of the aforementioned oocurred the fact re:ndns that hie redio trane~': * )/

mdesion, the t's statement and his observod track do conolusively
indicate that rrientation, to what degroe and for what reason unknown,

2
——
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H8-9 AAR SER 1-62 18 00T 1962 8H~3A(1138~2) BUNO 14900k PILOT HUGHES

PART V « THE ACCIDENT

On 10 October 1962 at spproxinately 2356R, SH-3A(H88-2) BUNO 119004

(holo 52) wna launched from the USS BSSEX (CV8-9), This aireraft had
proviously boon used to night carrier qualify, tne pilot and a hew pilot
won in the loft geat to commence his night oarrier landinge, Very -horu.{
aftor launch two observers on tho £1ight deck (see enclosures (6) and (8)
saw' 2V oross tho bow of the BSSEX from loft to right, making a ohgllow tum
to the Mght and in a shallow descont, One cbsexver (seo enclopure (6))
pav the airoraft lights disappoar after contact with tho water, e aire
oraft apparontly sank immediately and the surviving co-pilot was roquired
to exit under water (see onolosure (1)), The observer notified Piimary
Flight via Flight Dock Control of the ineident, At about 2359 PriFfly ine
formed the Bridgo that an aircraft had orashed into the wator on the otar-
board side, Weather at this time,was VFR with soatfored thunderstorms (see
onclosures (23) and (24)), The ESSEX manouvered to remain olear of the
Lmmediate crash scene, CIC and tho Bridge had held tho helo on radar briefly
thon lost the return, The U3 MANLEY (DD 9LO) and tho USS BASILONE (1D 62L)
procoeded to the wreckage to search f vora, At about 0018 a report
wad received fram tho that LTVO ad been roscued, The search
was discontinued mpproximately noon on 19th of Ootober 1962,

PART VI - DAMAOE TO THE ATRCRAFT

Tho opinton of the Board dorived fram witnese statements and recovered
vrookago shown in enolosures (14-19) 4a that tho airoraft SH-JA(HS8-2)
BONO ﬁm ontored tho water in a right wing down attitude, The landing
goar was down and dug into the water ing & pitohing moment to the
airoraft, The loading odge of tho starboard sponson sustainod damage pri-
mardly to the fiberglas fairing, It 1o conjectured that the initial im=
pact was sharp and dotachod the starboard vt:mon in such a way as to drive
the trailing edgo, whioh sustainod damago, into tho side of the alroraft
poswibly puncturing one or more fuel colls, As the alreraft bownced and
tunblod approximately 120 dogroen about the pitch wxis, it received ito
godond impact in an rtod, noso-down attitude as uétuma on the follow-
ing pagos . The port sponson recoived 4 diroot blow to the leading edge
omash 1% back o the lot thwart-ship bulkhosd, Tho trailing edge of
the :rum was not damagod to any groat extont, It is furthor ocone
at the aircraft broke complotely open in the aroa forward of
tho ongincs at the to{mot tho aireraft as illustrated, Debris shown in
oxcopticn of the aponsons, is all from this
ral oross-soction of the aireraft, Tho aircraft sustainod ALPHA

PART VII - THE INVESTIOATION :
Invostigation of the orash commenced immediately following the accident,

(]
Due to sinking of the airoraft, the investigation proceeded utilising
statomonts from the swrviving theeo :mmu the ovont from
the othor on the same and from perascnnel on the
woo the Squadron

Quantanamo Ou in
ocmmu::‘.,uw”m' 2
Flight orews wore briofod at 1900 an 18 Ootober 1962 for &
two This flight 444 not
£ hhmml- g

ety g o e g S rape B regfg
acotdant, :;Su-- f
SPROTAL HAIDLIO TN ACGORDANCE WITIH PARA 70, OPIAY INST 350,60, | )
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H8<9 AR BER 1-62 18 00T 1962 BH-34(1168+2) BUNO 2L900L PILOT HUGHES gl
PART VII « THE INVESTIOATION (CONTINUED)

LCOR HUOHESs
DAY BAIEF TINE  SOUEDULED 7/0 SCHEDULED LNDIN T/0  LANDED JOTURL %)
16 1200 1300 1630 1250 1430 1,6
17 NOFLY
! 1

18 2200 0030 2332 %iﬁ:

(novnd up to 1900 2 aot

then dolayed) tino)

oo ((SVH

DAY BRIEP TIME SONDULED 1/B SOMEDULED LANDING T/0  LAMDED ACTUAL FLT

16 0600 0700 2100 0655 21 k)

17 NO FLY

18  NOT SCHEDULED NOT SCHEDULED NOT SCHEDULED 2356 2358 0.l
(Impact

(lotified at 2215 regarding flight)

The magter schedule was not adhered to tho night of tho accident and the
launch was delayed approximately four hours,

The decensed pilot had a two hour nap in the aftornoon, ate tho wonmg
meal, and rested in the ready, wo hours just prior to unntng the
airoraft, The co-pilot LTJO ad approximately one hour's notico
mor to the launch, Prior ¢ ight ho commented that ho was fatigued,

pilots and crewman involved wore qualified to perform the missicn Loco
enclesures (25) and(26)).

The aircraft, SH-3A(HSS-2)' BUNQ 11900l (AW 52 mannod with
hasto at 23 230? TOHES (pLlot) and LTD uumm co-pilot)

BIYTHE, ATN3 preflight Shedr aircraft,

52 ﬁxlu.ng no clos, After strapping in and going through
m‘vﬁ oheck 11st, the turmnup was nomal and rotors engaged at roX -
mula 2322, Wind was 15 knots down the angle deck (800 uclocun?)).

10DR HUGHES took off, mrm miloa ahead oumdu od
mm«mdmﬁ his co-pilot, LTVO who flow for the
yomainder of his oarrier qualifications, ting threo lndw NATOPS
was doviated from in um tho pilot flew from the
£6 soat, At appraximately 235L LODR mmmotmmm
on deok during an fant switoh of co-pilote and remained in contiol
untdl impact of the with the water,

The woather n to the M umoud and astern of
with o visibility % undotermined due to d:muu

mmmw 2 mmwmmuu
!3-4'73)5. ESSEX towor was
ohowers but

um-t Igdubd'
\blﬂbul
wnmu«mm on m

mmmummrmn, OMUAY INST 375080

: 5




H8«9 AAR SER 1.62 18 00T 62 Mi~3A(H8S8~2) BUNO 1900k PILOT HUQHES
PART VII = THE INVESTIOATION (CONTINUED)

The oo-puob noted no unusual turbulence or lightning flashes dur: m
f1light, Tho pilot was aware that part of the bounoo pattern was IF

did not svem’ to bo approhensive about bmu on instruments whilo in m-
oarrior qualifiontion pattern, Ab ono time in the upwind turn the ooepilot
had vertigo whioh vas olesred up mon he orossohooked instruments, Ho noted
at that timo an altitude of 200 foot on the RADALT, an airepeed of 90 te 95
knots and an angle of bank of 1§ dqnu to the right, The pllot appeared
to bo omplotely or® instruments in the upwind turn, .

Ono obmerver saw the alroraft orash and estates a gradual depoent was made
toward the water, One red light, not believed to bo a rotating beacon,
moved rapidly upwand prior to or at the time of initial conyaot, ‘lhon the
rotating benocons appeared to rapidly exchange positiona,

The co=pilot felt an attitude ohange in the airoraft and ohooked instrumente,
Ho saw the RADALT noedle dropping rapidly through- 80 feet, a movement which
ho doneribod an "unbollovably fass", Ho threw his arme in fromt of his face
and tho airoraft oontastod the uuu-.

The orowman oocupied the starboard (1st cperators) seat at the time of impact,
Porwionion to loave the seat had not beon requestbd,

The airoraft mado contact with the water two times, bocoming uncontrollablo
following initial impact, complotely broaking up and sinking immediatoly
upon socond impact with ‘.M wator, Tho coepilot's seet broke loose on
socond impact and he was thrown violently about the airerafi, He doos not
know hov he exited the airoraft, being ablo to doseribe only "alawin

through groat plles of dobris", e co-pilot and pilot lost thoir Aii-s
protpotive helmots during the orash,

At tho timo of the orash the airoraft was in a rainshower, Tho relative

boaring fron tho ship vas 05§ dogrecn at a distance of approximatoly 2300

rhnd‘:. The ship'o course and epood at the time of crash was 000°T at 10
ota,

urJo ignitod two night signal flares, v.ho firet ae "61" approachod
\Md nd whon ho folt the DD had him in eight, He olimbod into an

|invortod floating sponson whilo awvaiting rescue and utilized his whistle

' for signalling, Upon ach of tho MANLEY (DD 940) tho sponson was

~ abandonod a nd he swam the DD, Tho MANLEY piokod him up in tho ship's

m:hbon. Pilot and crowmenber whore not rocovered and aro prosuged

o vowned,

wtmmtoh vory confident of his ability to fly under any
tions and is not known to have had any personal problems that woum
have kept his mind precocupied the evening of the flight,

“Crash debris recovered momoud the following and danage thoreto:

(1)n-mmwmmwu¢o Damago: Nove smashed in -
tail amashed, hnonhrebnoft. landing gear down and intact,

(2)rmmmwu¢ . Dammago: Nose smashod all th
::g;tom mw&umuwpnu. Lndin;pu:-::m

Soat assembly, Cporat e M. :
up;»mmu--inmua-:' (hoo ‘onalzouro (103, O 1

m IN ACCORDRNGE WITH PARA 70, OPNAV INST 3750,6, /}/l}







H8<9 AR SER 1-62 18 OCT 1962 i-3AHSR) BUNO 2L900Y PIIOT HUGHES
PIAT VII « THE INVESTIOATION (OONTINVED)
MALFUNCTION COWAEOTIVE ACTION

e e

Gu7-62  OONAR ALT READS 30 FT WHEN QUECKS 1,0 UNDER SIMULATED
RAD ALT REBADS LO FT DIP CONDITIONS
g

This airoraft flev 9 flights for a total of 19, hours bofore noxt Redar
Altimetor malfunction,

g-Alie62  RAD ALT INTERMITTENT DURIND CHECKS L,0 ON DECK
FLIOHT

Thie aireraft flow 6 flights for a total of Al hours before the next Radar
Atimeter malfunotion,

§a21e62  RADAR ALTIMETER CTOLES " CHECKED ON RENCH, TIGHTENED
CONTINUOUSLY CABLES, CHECKS L0 IN AIRCRAFT

This sireraft flew 5 flights for a total of 10 hours bofore going Anto first
Calondar Major Inspection 6-11-62, Inspootion was completed on 7-30-62

and o tost flight of 2,8 hours ves flewn, Following this, 6 flights wish

a total of 12,5 hours wore flown bofore the next Radar Altimeter malfunction,

8.,-62  RADAR ALTTMETER DOES NOT REPLACED ALT FUSE CALIBRATED
WORK

Thie adrgraft flew 26 flights for a total of 61,7 hours without any further

malfunction of the Radar Altimeter prior to the accident,

The holicopter had a full fuol load on initial take off with an estinated

grosa woight of 16,830 pounds, An ostimated fuol consumption of 500 pounds

por engind hour would put the woight of the helicoptor at the timo of the

acoidont at approximately 16,230 pounds ,

PART VIII = THE ANALYSIS o

A, Porsonnol Factors

With the exception of the Flight Burgeon the DBoard fools that the omuisc of
this acoident wes pilot disorientation, Although unable to dotormine cone
orote faota on shich to baso this gonolusion, oortain facte point in this
dirootion, The eo=pilot did not mee the pilot after thoy had pasped the

% degwoe popition of the up=wind ¥ t know whether the pilot
romained ompletely on inst A1

s was tho polnt at vhioh LTVO gob an uncomfortable "weat of the
panta" feeling and noted a ohange Toraft atiitude, The pilot's re-
Motdon oamo £06 late or was nob adoquate Yo cope with the situation, e
alroraft oontaoted the water, broke up and pank,

hoo to the "Handbook of Ae o8 for Naval Aviatore", Navie
WE%. L l? Friis!

de angle of al 90 to 100 knots will rosult
tn , wg o n«nﬂu\ow 2000 foot, an L1luatrated in onglosuro
20 19 supporte the Board's eontention that the angle of bank was not
1o hasten landirg aboard tho ehip, with the possible axoeption of
the last few seconds before the orashe

SPEOIAL RAXDLIND REQUIRED IN AOORDANCE VITH PARA 70, OPNAY INOT 3180, ()€
N\ { 8




H3=9 AAR SER 1«62 10 00T 1962 GHe3A (HOS-2) DUNO 1L900L PILOT UUOHES

PART VIII THE ANALYSIS' (CONTINUED)

It 10 not definitely known how mioh of a factor fatigue was in this accident,
The pilot alept apprexiaately eight hours the day of the orash and seemed to
Lr.m*o be alort, Ho may or may not have beon fatighed, however,
it 12 no thay he wan asleep when the word to "man airoraft' was passed ,

The Dossd is unanimous in 4tw conclumion that a fouravait in the Ready Room
for the word to "mm alroraft" Lo fatigwing, hovr

adoquate scan io essentin I

The co=pilot did not develop an adequate orosscheck of cockpit instrumente, In
the upwiad turn the aircraft was IFR, Being ablo to see nothing ocutside and
having experionced vertigo ho should have turned his attention more frequently
to tho instrumenta,

LrJo was not scheduled to fly originally but was later notified (approxe

imat ene hour prior to flight) that he was to switch seats with LIJG

and night carrier qualify, While waiting in Flight Deck Control for the signal
o commonted that he was"tired

Wathor enocountered in the upwind turn may have contributed to the accident in
that the forward rotating beacon reflecting off precipitation is distracting,

B, Supervisory Factore
the Board that
Twonty-fivo mirutes is not considered suffio-

nt 0 pre umeup an SH=3A for night operations, No other
supexrvisory factors are considered relevant in this accident ,

C, Material Failures or Malfuncticns

Material failures or malfunctions are not gonsidered to be a cause factor in this
aoccident by the majority of the Board, A minority statement is made under PART
IX, COMMENTS, by the Flight Surgeon, e investigation revealed & prior history
of six (6) RADALT discrepansies over a period of six (6) months and in each case
the equipment was properly repaired and written off by maintenance, No RADALT
dlscropancios appomred for two and opchalf months including an intermediate
inspection, prior to the accident, The alroraft was in an "™up" status when
accepted by the pilot and the RADAIT was opercting properly on takeoff (s00
enclosure (2)).

Rapid unvinding of the RADALT through 80' was noted by the co-pilot, It is
believed this resultod from a rate of descent of the alroraft toward the water
coupled with a rolling of the alrcraft toward straight and level flight,

Although not positivoly known to have contributed to the orewman's death it ia
tolieved that the scnar dome and associated equipment shifted forward upon impact
of the aireraft with the water, b"m.? the orew seats from their moorings and
inflicting sebere damage, (enclosuros (16)mnd (17)).

D, Pacilitien

Tho Board feels the action taken by the ship in holding the flight was correct
) it dndtiated too late,

SPECIAL HANDLING REQUIRED IN ACCORDANGE WITH PARA 70, OPNAV INOT 3750,6D }
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HE<9 AAR 1«62 18 OCT 1962 SH=3A (H8Ew=2) BUNO 24900k PILOT HUQGHES
PART VIII = THE ANALYSIS (CONTINUED)
E, Survival Factors

ALl survival equipmont {nvolved in the accident worked pr porly with the
exception of the pilot's and gowpilot'o APH-5 Protective Holmets which came~off
on impact in spite of the fact that the ohin and nape atrapes wore tight

(s0e onclomures (21) and (22)). In addition to his helnet the co-pilot, lost his
gloves, yevolver and flashlight, Although the equipment pockets on the co=
pilots Mae West had boen partially tom away (enclosure (20))he was still able
%o looate and utilise all of the survival equipment needed,

wa anw o sponson floating inverted, awam to it, ond eldnbed into the whe \
woll to await resoue, He bogan blowing his whistlo, whiol acoording to the
Commanding Officor of the MANLEY f proat value in looating him, On
sppronch of the rescue orafy I¥ bandoned his makesshift raft and

swam toward the boat, Thies action 16 conbidered dmproper in that he was blerd
ing and in shark dntested wators. He yas Lifted physically from the water, int
the ship's whaleboat, placed in a "atoken" stretecher, and taken to siokbay aboar
the MANLEY, <

PART IX « OOMMENTS

L. e najority of tho Board foels the prlm:\r;'::}‘uw acoident %o perscnnel
faotor, It im boldeved the pilot naintained both a contact and an inatrument
flight osoan, and gradually doscended in a right tum until collieion was

nade with tho water, FRadar Altimoter failure oannot be complotely disoounted,
wt if a proper soan had been utilined, my malfunotion of this component would
heve boon noticed,

Ao a ogntxdtuting oause factor the co=pilot failed to integrate a somn of the
{notrument panel with his atterpt to remain oontaot,

Be Tha Flight Surgeon doer not conour with the majority of the Board ad to the
onuse of this ncoident, His statement followst

In reconstracting this case, we know from the survivor's narrative and from
eyovitnoss reports that the plane 1ifted off the deck and progressed in ite
flight under control, The plane {low into instrument weather, and the co-pllot
staten that when he looked at the pilot, he was on tho instrumerhs, Flying
this alreraft under such conditions requires a scan pattern to cover the
Yortical Qyre Indicator, RADALT, and airspeed 4ndicator, This flight had
or orratic attitude chunges involwved,

flo abnormal ilincurhucl or iiiiii

The co-pilot tumed to the RADALT, saw it
rapidly passing through fost toward mero, and then they hit the water,

(NI
do with vhich Radar Altimeter ncedle went through foot

s Munbeliovably {ue' ption of the fiight path show no

The witnoss descri

SPEGIAL HADLING: {BQUINED IN ACCORDLANCE WITH PLUL 70, (VA .INST 3750,
b - 10
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H3«9 AAR SER 1-562 18 00T 1962 SHeJA (HS8«2) DUNO 1000k PILOT HUGHES
PART IX = COMMENTS (CONTINUED) .
part of 4t as having any such rapid altitude loss,

ing out of tho coekpit, and folt the attituc
RADALT

Alao,the cospdlot wasm look«

The najority of the investigating Board feels that the primary cause of this
tooident was pilot error in that he did not maintain a complete instrument
flight durdng IFR conditions, They foel that he wao alternating between visual
contact md instrument scan and did not appreciate the altitude loss, They
fool the natural tendency for a pilot tuming right is to look out to clear

himself, and also in this case, to wisually oheck the location of the al roraft
oarrier, 4

the oross axie of the

meter source operates perpendicular to
o tho d aroduce a falsely

At
plane, and so if the plane 4
altitude reading.

Investigation of these two points brought .xp. thése faoto:

o, In-order to messure tho possible error introduced into the RADALT by
the elant angle, wo can set up a right trianglo, The hypotenuse is the altimeter
roading, the actual altitude the side to be solved for, and the mmount of bank
the anglo, Ve solve for the unknown by using the tangent of the angle times
the known hypotenuse, which wo put at 80 feet,

For 15dogroes, the actual amltitude is 77 feet,
For 30degrees, the actual altitudo is 69 feet,
For LSdogrees, the actual altitude is L9 feet;

C. Doviation from the NATOPS Manual, 1,0, flying the quallfying pilot

from tho loft sest inatead of the right was authorised by the Commanding Offiocer
of HELASRON NINE,

D. It 4s noted that a confliot exists botween the wind as given by serology
(enolomre (23))md vind aorces the deck during lawnch (enclosure (9)),
PART X « RECOMMENDATIONS

1, That initial carrier qualificationsa be conducted under as near ideal VFR
oonditions as possible,

SPECTAL H/ANDLING REQUIRED IN ACCORDANCE WITH PIRA 70, OPNAV INST 3750,6D
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SPECIAL HANDLING REQUIRED IN ACCORDANCE WITH PARA 70, OPNAV INST 3750.6D

Statemont of LTJG USNR 1315, concerning HELASRON
NDE AR 1-£2 mmmmm':.!!! ’ :

A% approximately 1300 I checked to soo if I was to flye. The SDO
informod me I was not schoduled, About 2215 I recoived o call from tho '
800 tolling mo to get into my flight goar and proparc to switch soats
in on aircraft olrosdy carqualling, I went to the rondy room and was
informod I was the noxt to switoh, I wont diroctly ‘to flight deck
contral, Thay rofuelod "S2" ard lounchod abous 2330, Aftor the oow
pilot had qualified I switched seats with him, The alroraft was on
dock about a minute and a half, Wo lifted off and prococded upwind,
The pilot infarmd mo that from this point on we would probably b IFR
upwind and not boeak out of it until downwind, About 10 sooonda lator
we got into the soup,

Wo wore totally IPi, The ship callod, saying "return to BANKNOTE
end land until wo cloar tho woathor', or somothing to that effoot, The
pilot called "61" and asked for his position, "41" repliod that ho was
about & mile ahoad of us, The pilot initiated a 15 dogroe right boank
and informod "61* ho was tuming right. I assumod ho turnod right to
provide separation botwsen the two aircraft as thoy returnod to the ship,

At this point wo wore otill IFl, I suffored o olight touch of
vertigo, I was contaot and the pilot wae instrumentas, A1l I could soe
vos our omn running lights and rotating boscon in tho omp around mo,
I'folt wo’wore straight and lovel and orosechecked the VOI which indicated
Wo woro 4n o 15 dogree right bark, I also noted tho IWDALT to bo at 200
£6, I think our airopeed waa 90-95 kbo, although I'm not pure I
visually chooked the airspeod indioator, I was no longor sufforing from
vertigo end wont oontaot ngain trying to regain visval contact, Abcut
10 seconds after this I folt a definite change in altitude, Things did
2:@ tnltrl.m hm. soat of my panta, I checked tho mmi.'r and -&a;t

pass through o dropping rapidly toward soro, I maw it pass t
and wo hit tho water, It was unboldovebly fasts I had looked at tho
pilot only once after his inigdnl bank and ho apponrad to bo complotely
on-instrumonte, Whother he stayod on instruments or not I don't know,
Yo hit the wator in what T beliove to be a right-wing down altitudo,
Immodiatoly I smollod JP.S, I folt something hit mo 4n tho noso vhioh
@ belisve to have boon my herd hat,

m&w&mmwbmﬁbukMDlmmmﬂnudtop
thr povorel grations befare wo hit the water onco again, On the
socond dmpact I don't know in m:“gouum the airoraft contastod the
vaters I was thrown violently sbout the cookpit. I had tho impression
my soat had torn loose and I wao oﬁltw sardented as to my position
in the airoraft, At this point I falt water at my foet, It roso very
but I was able to take o deop broath boforo I was complotoly mude
o seoends, undid my 1ap bolt and roache
locate tho osoapo hatch, After strugglo I
ono opening ¢5 find I had sog:wrwmohhu.
chambore before I oloarod




T wadtod untdl [ ogie tonrch lighte from the two olosing
dostroyors vo tiiv sy socond flare, ALl I did then was sit tight and
eontinue tlowing my whistle, Tho scarch lights from tho USS NANLEY
pioked me up shortly thoroafter and the ship closed mes Thoy stopped
dood 4n the water aproximately lO yerds from mo, I was off thoir
starboard begn. I abandonod tho sponson and stertod swimming toward the
ship, Thay throw seversl lines in my direction, ono of which finally
came over my shouldor, I grabbed hold and was pulled to within ten yards
of the ship. I was advised thoro was o whalebeat in the water on tho
port side and it would pick mo wp shortlys Pickup by the boat was
accomplished. quickly and without incidont, I was 1ifted physically into
the whaloboat and was placed in a stokes strotchor, The wvhaleboat was
takon to the port side and 1ifted aboard tho destroyors I was taken to
sickbay where two corpsman and o doctor from the DASILONE cleanod mo ups
Tho MANIEY twrned immediately toward Ouantanamo Bay whore I was hospital-
iz0d,

The okipper of tho MANLEY disclosed that the sccond red flaro indie
citod my position and he homed in on my whistle, I ostimate that 30
sooonds olapsed bptween the time the pijot transmittad his.intention
to tum right to "61" and the time wo gtruck tho water, FMifteen minutes
olapsed botween the time wator ond tho time I was
picked up by the MANLEY.

LG USN

The cbove statement was procured from LTVG in the Ouantanamo Bay
Naval Hospital by a member of the iGcident vestigation Board and 4o
certifiod to be a true statement.

USN Senior Doard Membor

SPECIAL HANDLING required in nccordnace with Para 70, OPNAV INST 3750.6D

Blclosure (1) '




vp——preey ) (0) B q USNR, concorning
HEIASRON NINE AAR 1-62 ocowrring 18 October 1962,

Aftor briefing at approxinately 1918 for a night carqual Wp,
the schoduled pilots remained in the ready reom until manning adr=
eraft at approximately 2305, During the time interval between
triofing amd marning aireraft I obeerved LCDR HUOHES sleoping in
a chair in the ready room.and ho was agleop vhon wo got tho oall from
to man adroraft, I proceeded to the aircraft and commenced
proflighting “while LODR HUGHES signoed the yollow ghoote Mr, HUGHES
joined mo 4in about five mimutes and wo complotod the proflight find-
ing no disorepenoless Wo then strappod in, LODR HUOKES 4n_the pilot's
peat, and started through the oheck 1igt, Turn up was normal and
the rotors ongaged abt 2322 Vo wore oleared to 1ift about five
minutes later and procoed fivo milos ahond of tho ship and then fly
down the pert side to check the "red ‘carpet! 14ghting of the fdght
LODR mmizs “ma m:ho tako=off and proooedod acoording to
0

thoro vere numrous rain showers
in the orea and at times I wue flying on instruments) we never
logt sight of the oarrier however, When I departed the adroraft,
the ohip ared to be hoading ddreotly for one of those min
showors) would estimte the dlistenoco at about ono mle. ICDR
HUGHES did not appear insttontive ar sleopy throughout tho hop exon
while I was flyings I ovperved no nadfunctions or discrepancdos in
3"#.?1?“ st any tim othor than the TACAN bodng 20 dogroes off
e

oo

L0 von dosignoted & Naval Avistor 1 February 1960.

Ho has ao m-mnemmmmuwmm»«;n

have been in helicoptere.

SYROIAL HANDLING FEQUIRED le ACOCRDANCE WITH YQM 70, OPNAV INST 3790,60
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s o 11 (M vo, [l 135, concorning HELISRON NDE

AR 1-62 ocourring 18 October 1762

At 2322R on tho night of 18 October 1962, I was launched from the USS
ESSEX (CVS-9) as pilot in command of SH3A (HSS-2) BUNO 149681y ‘#do"number "61"
for a schedulod carqual flight, The other aircraft on the launch was SH3A
(§SS-2) BUNO 11:900l, side number "52", with ICDR J.R, HUGHES pilot in commend,
The brief for the flight called for Mr, HUGHES and myself to remain in our
respoctive aireraft whilo as many other pilots as possiblo qualified in .
the alloted time pericd, L

After launch, primary directed both aircraft to procsed five miles ahead
of tho ship to check the intensity of the "red carpet" lighting, Upen
complotion of the lightingcheck, both aireraft wore givon a "Charlie" for
carquals, The weather was generally good with a definite horizon, excopt
for scattered showers with associated lightning flashes, Each aircraft
comploted three landings, at which time 152" remained on deck to switch
pilots, Since my co-pilot, LTJO ded three more landings, we took
off again to continue carquals, Xt ‘this time, primary directed me to proceed
choad of thé ship to chock visibility in a rainshower which was rapidly
approching the ship, I "rogered" this and flow to a position of 3LD degrecs
relative, 1,5 milos (TACAN FIX) thon reversed course to the loft so as not
to lose sight of the ship, After leveling out, primary called both aircraft
and told us to return and land, Both airoraft acknowledged, At this time
I saw two rotating beacons off my port beam which I assumed to be ngen, I
called W52" and asked him if he was airborne ahoad of tho ship, "52" answered
in the affimative and 801d mo to turn right, I "rogored" this and wo
commoniced a right turn in order to clear the arca to port of the ship so
#52N gould No furthor radio transmissions from "52" wore heard by
oithor Mr, or myself, About the timo I passed abean the fantall,
primary st 4 calling "52" with no rosponso, Primary then called me and
t0ld me that thoro was a red flare in the wator off the starboard beam of the
ship, I then took control of the aircraft, commenced a loft tum, ordered
tho hoist rigged, tho dopplor turnod to tho tranmmit modo and headed for
the flare which this time I had in eight, OShortly before arriving at
the flare it wont out; howover, I was able to sco what appoared to bo a
1ife vost flashlight on tho water, I made one poos over the site and reported
my findings to primary, Primary thon orderod me to retum to the ship and
and, which I did,

-

ume USNR

o ao dosignated a Naval Aviatior 17 Deoember 1956, He has
S o N

7 a total £1ight houra of vhich 1208 h have been in
mm.-' igh ours have been

SPECIAL HANDLINO REQUIRED IN ACCORDANGE WITH PARAs 70, OPNAV INOT 275060
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STATEMENT of LI usn, ([ 1310, concerning HELASMON NINE
AAR 1-€2 oocurring 10 Ootober 1962, :

Wo turned up and leunched after "52" (BUNO 1L900L) at approaximately
2325R, . The tower instructed us to go out 5 miles and return and pass down
the port side of tho ship and report on tho "Red carpet" lights, 52"
received the same instructions, W flow batwen 600 and 800 feot through
changing wather varying from VFR with a silvery soa to total IFR and no
horison, There was strong lightning in isolsted thunder showers and mild
turbulanco, Wo wore given the signal to land but with a red 1ight aft so
wo made two DAIEes 10 6-Wave=off, The weather was the same, intermittont
TPR-VFR. AMY4%uda in the pattern was 350 feot to LOO feet and 10 ote
air speod, T had done alnost entirely all of the flying from the left seat
since 1 was qualifying, I remained cn inatruments until passing the %0
dogreo position on each pses, On my third landing I landed are of n52" while
they changed co-pilots, I took off while nG2" wag 941l on deck and made
a short gosround eince I was not firet in the pattem, Somwhere after the
upwind turn, I heard "52" tell e to tum righ After no more than %0
dogroos of ‘um, I heard the tower onll 'Siwcu towor over" and

r & short pause, "61 do you read?" LIV WRogored", Immodiately
aftorwards the towr said thore was o flare off the atarboand bow, I {mmadie
ate " T orossed the stern of the ship buding.wnud the flare,

then too t

L K tho controls, As wo passod over flare, I could
L SAALY White 1ight next 10 the f1are whioh I asoumed was o HAh wEST
flashlight, W o right tum and were ordered to return to the
ship, Wilo Mr, ado his approsch, I saw & sooond flarw in the

sano vioinity and heard the tower report the same, I estimate the aceident
ooourred at-0010 wnd we lmded at ’

L dosignated o Naval Aviatow 1 March 1961, Ho has campiled
a mmumm hours, of vhich 386 hours have beon in muoo;;-;u.

SPECIAL HANDLING REQUIRED IN ACCORDANCE WITH PARA 70, OPNAV INST 3750,60
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Statemnt of LT Wlm, USNR, oonooming HELASRON
NINE AR 182 oco g r .

wao_at the t deok hateh to flight deck control when HSS-2
0ddo mnbu' 52 BUNO 1L900L took offe I observed 52 oross the bow
port to starboards I moved around in front of the island and watoh=
od 52 continuo aocross tho bow and start down wind on the starboard
oide, It got lower and’ lower, but ulvm soomed undor controls I
thon obsorved what soemed to F:o rupt pull=up, The pulleup was
indicated by a rod steady light, It. diuppou'od then I saw two *
rotating beacons rapidly ewap position such as an aireraft spinning
ono half of a turn, . I oupped my ears and heard rotor bladcs hije
ting water ar loudly flapping, I rushed to Flight Dock Control
and told them I thought we had nholo in the water, I thon went back
and poanned the area whore tho helo wont in, A lightning flash
(double bolt) momentarily blinded me thon I observed a stationary
rod flaro in tho water, I informed LT koop the flare in
oight, I returned to flight deck contr verified the helo in
the waters Being the HS«9 CDO, I then procesded to Ready Room #L
and notified those concorned about the acoidonts

Tho impact was LS=50 dogroos off atarboard bow at about 800
yards, The flare appoared at G0-70 dogrees off the starboard bow

and trooked to about 90 dogreos whon I loft to go bl the
Roady Room,

N LT USNR
v SRR ves designated a Navel Aviator December of 1993, llo hao

aocwmlated 3382 Flight hours of whioch 235 hawe beon in holiooptorss

SFECIAL HANDLING REQUIRED IN ACCORDANCE WITH PARA 70, OPNAV INST 3750.6D




Statoment of %Uﬂ 1315, concerning HELASRON NINE
AR 1-£2 ocourring 1 ER 1962, 0

On the evening of the accident, I left the ready room to repart
to the flight deck and gbandety for a cospilot switch, I proceeded up
the ladder and omerged om the flight deck by flight dock oentrol. It !

struoture,

Within 10 seconds after ome: from the islamd, LT an
beok saying "They are in are goins to orash, mea oall
the CD", Then u&w&ua m and told me to keep an o the

boardng and pointed to about 008 dogreos relative and then he left, I
stared out into the derkmess and the only thing I saw wan lightoninge

-J Aftar about @ minutes I thought X'sav a yory emell'fairh white light.
Tho noxt 1ight I saw was a rod hand flare, and 1 notdoed 1t 'drife

H aft, The second holo of the flight was over the soene by the time tho
flare had bocom extinguished, 900009 holo did not stay over the
soene, but returned at which time I went to the #3 olovator to get a
botter ook, The next time I sav a flare it wan about 170 doguu
melatiw and a destroyor had alec sighted it, The soone wes too far
avay to see what wap aotually happening

»

LT USNR

M‘Ml dosignated a Navel Aviator Aprdl of 1950, Mo hah ncoumilated
97 £1ight hours of whioh 600 hours have boen in holioopterss

SPECIAL HANDLING REQUIRED IN ACCORDANCE WITH PARA 70, OPNAV INST 3750,60




FATRENT of wmmo. USN, concoming NELASAON
NIKE MR 162 coourring 18 Ootober &

On $he afternoon of the 10th of October 1962 LODR HUOHES departed

Roady Room #1 at about 1330 and stated that he wan going t0 his xoom

for a nap, 8inoe ho was soheduled for the evening launoh, 1 returned

to cur reom ab ebout 1600 that afterncon and found him asleop, I turned
in for a nap at that time es I wao poheduled for the aame launch (2200)
IDOR HUQIES awoke and Jeft the room at about 1618, At 1800 ho returnod
and yoke mo stating that our brief tine had been moved up to 1900 and
that wo should eat in flight gear in order to make brief tine,

W arrived in Ready Room #1 at ebout 1900 for our launoh brief, W
yore informed that the launch would be delayed and to stand by, W were
soheduled for night helo oarrer quale, HUOHES departed the roady
room ab about 1930 and returned at about 2100, Ne sat down and woa ap=

e unt; akened to 1 Ho wap scheduled to fly with
LT and LDDR n 0 Whon the ready
way informed th R HUOKES wAs ‘airborne, LTX I wont to
f14ght deock control to stand by to switoh pilots, n commonted
that he was rather tired and that oheduled for ah oarly FDO watoh
the following morning, After LTV ap in the airoraft I observed
she followingt Helicopter side num 61, launohed from the fantall area
snd fov parallol to the ships hoading on the port oide, BSoon thore-
after Heldooptor mide number 52 lmunched from noar anid ship and paralloled
the ships hoading on the port mido, At this point I lost sight of Holo
61's 1ights since $he ship was heading into a rain showr area, Helo 52
orossod tho bow X in a shallov right turn, Tho H8=9 Command
Duty Officer, LT was standing near me and commanted that Holo 52
appeared to be desconding, Tho lights on Holo 52 looked rather fusty ao it
was in 4 rain showor and did appear to e to be in a4 shallow right tum «
desconding, At this time I loot sight of Holo 2 and went to a position
on the starboard side of the ohip thr Flight Deck Control, As I roached
the rail a flash of 1ightning appoared the direotion I last saw Helo
52, temporarily blinding me, 1 rover regained sight of Helo 52's lighto.
Bhortly therwalfter a red glow appeared in tha wator on a boaring of approx-
imatoly 110 degrees relative to the shipe heading, Two destrayers wore
tarting to back down, L1J0 (SN

hoading for this erea and the BOSEX was o
:;;mod to bo resoued from tho sea and the search oontinued until
toly noon on the 19th of Qotober,

Lopr MERNWIER. oo m:g'uma o Naval Aviator in June 1961 and has compiled
octal of 3196 £1ight hours of vhich 180 hours have boen in heddcoprers.

SPECIAL HAMDLIIO REQUIRED IN ACCORDAIE WITH PARA 70, OPNAY INOT 3750,60,
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srareent of con (EEEINNEHIN ), Adr Officer USS BSSEX
(CV8-9), eommn. HELASRON NINE AAR 1-62 occurring 18 Cotober 1962,

On Thureday night 18 October 1962, I was in Primary Flight Control conduct-
ing helicopter carrier qualification landings. Two (2) Rhnu vore in the
carrier qualification pattern, side numbers "52" and "61", The helicopters
launched at 2328, wind 15 knote down the angle decks "52" had made landings
at 2349, 2351, and 2354 After the 2354 landing the aircraft was hold on
deck for a singlo pilot ewitch. "61" had made 3 landings, the lsst one was
made at 2355, After:-the launch from the 2355 landing, I instructed "61"to
procesd up wind and give a weather report.

While "52" was still on deck, the Bridge called on the 10JG sound power
phione oircult and stated that 3 miles ahead there was'a rain shower. There
was & good hordgon to the port, starboard and astern, but ahead there was

no dofinite horimon., I recommended that "52" be held on deck and "61" be
recovered and that both airoraft, be held on deck until we were through the
roin shower. Bridge concurred with this and as I started action to hold "s52"
the airoraft lifted; time 2356,

Just after "52" lifted and while along the port side of the ship, I informed
both 52 and 61 of tha weather ahead and aleo cleared both aircraft for landing
and stated that wo would hold both planes on deck until clear of the rain
shover, Both aircraft ncknwlmcd and "51" reported that there was reduced
visibility ahead.

M52" progeeded ahead of the ship and I could see "61" approximately 2 miles
ahead slightly to port., I instructed "61" to tumn on his "Grimes Light" and
he conformeds '61" reported that he was just ahead of a destroyer which was
approxinately 13 miles about 15 degrees to port of the E3SEX. "61" asked
52" if he was ahesd of the ESSEX with "Grimes Lights" on. '"52" reported
that this was his position. I had both aircraft in sight, "52" approxi-
mately 1 mile ahead of the ship 150 to 200 ft, d"6l"nppmximte]q 13 miles
15 degrees to port.

I w‘ldtrﬂ.ood 152" to state that he was turning down wind to starboard, "61"
"rogered” and said "turning starboard". I watched "61" as he procoodod
dowrwind along the port side. Within a few seconds after the radio communica-
tions between "S1" and "52", a bolt of lightning illuminated the sky. Within
soccnds after the lightning a report came over the sound power phone that
there was a possible HSS in the water off the starboard bow. I called "52"
over the radio but no Teosponee I informed the Bridge of the report. 1
instructed "61" which at this time was at the 180 degree position to proceed
to starboard and that "52" was in the water. As "61" proceeded arownd the
stem I saw a flare off the starboard quarter. "61" proceeded to the scene
unnpumaumh-mmnm.m-um in sight.

MMMOIMMmMMWunmlwum
that "61" be was passed to the bridge and
approved. Imtmwﬂu'uwmmnom-onoom.

I did not see "52" start his turn to starboard nor did I see the aircraft
lose altitude or hit tiw water, I uvnoindxutlom of survivors except
During the period of i.n&mtm "61", and relaying information
various other stations Ir:uuudﬂm. tvuumbouomobonmod
¢ ‘ICH the destroyer that was off the port bow
the stern of the ESSEX and Eumin;wzaoumdotuu
crash. :mmmmmoou rescue, "61" was kept in
an alert status on the flight deck.

of Officer aboard the
u& o mmnmm:ﬁf.ﬁu‘“ﬁ.

m \ﬁll.lf’
mummmn. “V INST 3750,6D
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STATEMENT of 1CDR 1310, USN, concorning HELASRON NINB
AR 1-62 ocourring o ] .

I was tho oncoming Staff Watoh Officor relioving tho watoh on the Flag
Bridge at 23L5 the night of tho sccidont with BUNO 149004, I obscrved a
rod flare near the water about 1000 yards 070 dogrees rolative to the
oarrior at 2358, I ostimate'that this flare appoared betwoon cno and two
minutes after a very bright flash of lightning from a roarby thundercloud, '
A about 0007, I observed anothor rod flarc at 120 degroos (relative) at
a similar distance and altitude, By this time the rescuo destroyers had
boon alortod and wore in the area scanning the surface with search iighte, .
Tho oarrier had stoppod, twisted to starboard and wos assisting with doarch=

1lighte,

With respect to tho carrier and the two dostroyors, the ovonts immodi.
ately prior to the first flare wore ns follows: The oarrder hed gotten a
sonar oontact and had tumod to track it, CARQUALS wore svourod and tho
roscuo dostroyers put into sercen, On complotion of that evolution, about
an hour 1stor, the sorcen was roordbntod and tho carricr tumed to reccmmence
CARQUALS, The #1 destroyer procseded to the wrong position and for about 10
minutes prior to the accident, during which pilot HUGHES shot several landings,
the destroyers were oriented as shown below:

&/
J

rf;:‘J
; ,l¢i

As mwm switohing on deck the v)r one DD was ordered by
the soreen r to take station on the starboard bow, As BUNO 14900k
14ifthd and proceeded forwarded of the bow, the No, one DD was orossing the
bow, masthoad and running lighte bright, and was approximately dead ahoad
500 to 1000 yards as shown below: 5

ong Y

4!20

>

t the timo of the firet
station as shown below:

1 did not observe BUNO 14900k again after that,
flare a fow minutos later, tho No, ono ID was in




STTDENT of wbnq 1310, USN, concerning HELASRON NING
AR 1-62 occurring 18 October .

I 1ived opposite LCDR HUGHES from our departurc from Quonsot Point, R.Ei.
until his death, Upon arrival in tho Oitmo arca, my room and his, 303 and
305 wero veory hot and humid, Very little air was boing brought into our
rooms by the vente, My, Hughoo and I discovored that tho fan was werking

tho hatch in tho fan room was continually closed sinco it was an Xray
fitting, We openod 1¢ as mach as possiblo and complained to the Engineoring
Do nt but cne of the enginooring of ficors got upsot and said "o didn't
caro what wo did with {t"¢o Mr, Hughes, The temporature was a constant 95
dogreos by our thermometer and it wao {mpossible to got @ good nights sloep,
¥o all folt tired and worn out each morning aftor sweating all night.
p:raunnnuy tried to got scme sloop in the ready rooms whenever possible,

fho night LODR HUGHES flow, I was co-pilot for w100 I w0 vos
qualifying in an 820 airoraft for the first time, There was no horizon and
vo flow by instruments most of the time, It was a very norve racking type
f1ight for me with threc near nisses, There were 8 82D airoraft in the
samo pattern.md at the sano altitude, If I looked outoide continually
I got a omall onse of vertigo and had to go on instruments momentarily to
gt pomorientod.

1 was dopignated a Naval eviator 3 FEB 195L and have accumulated 2500

hours of flight tino,

LCDR

SPECIAL HANDLING REQUIRED IN ACCORDANCE WITH PARA 70, OPNAV INST 3750.6D
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Statemamt of LODR, USN, 00D, USS ESSEX 00000004 watoh
-omtn. 19 Ootober 1962 concerning HELASRON NINE AAR 162 ococurre
ing 18 Ootober 1962,

At about 2359 on Thursdsy 18 October 1962, a report was received
on the bridge that an airoraft had orashed into the water on the stare
bard side; This t was received from Pr Fly, Woather at
this time was VIR with scattered thunderstorms, Captain assumed
the oonn and manouvered the ship to remain olear of '.)w orash soono.
Both 0!0 and Brid;o hold the aireraft on radar for a briof od and
then lost the return, USS MANLEY (D0-9LO) and USS nAsnm (m.m)
procoedod to tho scone of the wreakage to searoch for survivors,

I obsorved a md flare on the starboard beam and sew a holiooptor
over it and USS MANLEY olose tho positicn, At sbout 0018 a report
was recoived from the USS MANLEY the L1J0 had boon ro-
coverod, Injurdoswero. ropartod as abrasions no apparent
broken bormas At 0230 I wao reolioved and loft the bridge vhile the

soarch continued, -

’ LODR UsN

SPECIAL HANDLING REQUIRED IN ACCORDANCE WITH PARA 70, OPNAV INST 3756‘6!)
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Statement of LODR USN, HELASRON NINE

Madntenanos Officer concerring HELASRON NINE AR 1-62 cccurring 10
Ootober 1962,

SH-3A BUNO 1,900l vas accepted by the BUNEPS REP Stratford,
Conns en 31 00T, 1961 and was transferred to HELASRON NINE on 8
Docember 1961, Since acceptance the airoraft had flown 246 hours,
236 hours 4n tour, wd 36,5 hours since last inspeotion . The aire
graft had undergone the following inspectionsr 31262 Calendar
Intermodiato, =62 Oalondar Major, 9e13e62 Calendan Intermodiate,

able airoraft Sorvice Changes had bean incorporated with

the oxcoption of ASCaLS (replacemént of main goar box oil cooler
blower fan ghaft)s Tho airoraft had no histary of discropancics
which might have contributed to the aceident as desoribed by the

ourviving pilet,

LCDR  usy

SFECTAL HARDLING REQUIRED IN AGORDANCE WITH PARA 70, OPIAV TNST 3750.60
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STATRMENT OF wmm USN, METROROLOGIOAL OFFICER
USS RSSEX (0V8-9) conoerning HELASH 162 ooourring 18 October 1962

.
Durdng the night of 18 Ootober and the morning of 19 October, BSSEX wan
operating in an area of soattered shower and thundershower aotivity, Until
approxinatoely 2245R soattered clouds and unrestrioted visibilition were
observed at the ship propers At 2300R a light rainshover was observed with
the visibility estimated u.’ nilos and the ceiling estimated as overeast
at 1200 foot. This conditidn prevailed until shortly after midnight except
that the visibility was recordsd as 3 miles at OOOOR. At OOLSR & special
obaervation wao recorded as 1000 feot scattered, estimated 1500 feet broken,
6500. foet. broken, 5 miles, light rainshower", L{on. rainshoveres were again
observed at 0225R and very light showers were observed at O4LOOR.

Although the prevailing conditions were VFR, it is probable that instrument
conditions smxisted in the heavier portions of the showere with vieitility
reduced to a mile or less and a oe: of 800 to 1200 feet.

Ush

LCDR Whu cooupled the post of Mateorvlogioal Officer aboard the
(TCCR e 21 August 1962 = :
/

.










7
Rogune’ of Duty Assignments and Flight Experience of 1190 USNR.
Copllet of BH=3A ( ) .BUNO lhmﬂ - g

1, Namo:

2, Statiomt

i: gt:pﬁnmr Anti-Submarine Squadron NINE
' N

Se Date eitered lavy: 2 Jenvary 1958

6. Date doignated Naval Aviatert 2 March 1960
Qualificgtions: SHIA (H3s-2), HARC 2l August 1962
8. Type Instrument Card: sundnrdd Expiration 7 July 1963

9, Swwmry of Experience as a Naval Aviators

D *t ‘ Duby Station

zﬁa -0 mﬁ‘l'mm: Pensasola, Florida ]

3.0 Present  HS-9, NAS, Quonsot Point, Rel. Ase't- Flight
Flight
Ay Framco
HAFC

10, Swmary of flight time by typer

00 Hours
3’ CI

=28 9949
SKB 68.7
HTL~6 Dbt
W2 27,8
HSS=1 65542
TF=1 642
SF 1948
HSS-IN 10,5
HSS=2 9843

11, Swwary of Flight Experiencos

‘se Totsl yoears flying expordoncas U yoars Active Duty
by Total pilct timet 1055.9

ce Total pilct time in helost 82242

4 Total time in types 98,3

).‘2. mnd?ﬂoﬁﬂ-hﬂ)m@hn

% 2.8 6
% e s o 3%
2 howrs 0.1 o 0:0

13 H3S=2 Training Experiences

1w the SH3A (HES-! wyllaby
Y mmquws;ﬁfc v
1l Record of Previous Accidentst None attributable to pilot errore

mwmnmmm'm OPNAV INOT 3750,6D
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! W New York, New York DD9LO
O1l/1H8sfa
ger 707
DEC 7 1962

Promt Commnding Officer, USS MANLEY (TDOLO)
Tot GCommnder, !,0, Naval Aviation Safety Center, U,5, Naval Adr Station,
Norfolk 11, Virginia .

Sublt Remeus of 100 -,rt»oud 19 Ootober 1967 Information soncerning

- Refs (a2} Nelicopter Anti=Subtenrine Squadron Nine Memorandum 011C0Ctks
of L NV 67

1, The followine informtion im submitted an requented by reference (a).
A, On the nipht of 19 Octobar 1962, MANIEY was in a two ship, bent
14ne scrden, ahead of FSSEY, with MANLEY on etation on her starboard bow.
The ships were in 8 driving, zero visibility, tropical rain s torm when word
wvas roceived that an airemft Md erashed, Using information generated by
its 010, basad on A bearing and range given by the earrier at the time of

the omah, MANIEY procseded to the omsh area, Visibility began to 1ift in
Shortly afterward,

n b k] , And two successive flares were sighted,
'*ma sighted in the water and he was heard blowing a whistle, Il
wae b ht abosrd by notor whale boat,

\
2., Mo one on board MANIEY witnesoed the crash,

4, Recommendations relative to destroyér rescue operstionsi

a. If the orash ocours close aboard the oarrier she should eithor stop
complately or elear the ares expeditiously to allow destroyor complete
froedon of maneuver.: BISRY movements did not at anytime hamper MANLEY and
this comment ir made only as a reminder that from the destroyer standpoint
the oarrier represents Mpossidble mental hsard until her movemonts are
knosm. ~

b. Plane ruard destroyors lh:nld be kept informed as.to alrcmft remaine
ing aloft, In this oase, all 82F aircmft had returned aboard and.it appesred
that £lipht operations had eeased for the night. MANIEY's plane erash detall
ad been secured, This information may be available on land/launch in which
onne VANIEY possibly should have known that one heliconter remined aloft.

e. M hiotles are valuable aids in loeating persornel in the
water, ING sed these aids most effectively. He stated that he was
aleo propa ye tracdrs from his gun, but dropped it as he took it

™es may be indicated.

from his holster. The use of pistol la

L. I. SKITH, Jr.
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The helioo, involved in this acsident, "
night with ﬂ ﬁﬁ as pilot, LNJO
After LIVO completed his
switoh pilots,

With LVO as co-pilo
port to

t, the airoraft was launo

starboard, It continued

", had been launched earlier that
oo~pilot, and BLYTHE as orewman,

sarquals they landed on the deck teo

“h;:{ procesding upwvind and

nd, behind No, 61, which

had launched moments earlder, No. 52 then entered a minstorn, and commenced a
starboard turn, It continued in this tum, gradually descending, but apparently under

control, It ocontinued to desoend

) until 4t etruck the water, apparently bounced

x.manlwwm,uom&mnurum. About twenty to thirty
soen off the starboard beam, and "61" flew over the site,

tor, a flare was

and then was returned to the o M\R
mmmmmmmh.
e one olse was

covered.

No
pointo in this statement as

MO atate resees

after this, a second seon,
heaxd shortly that Mr, had been

< The survivor's narrative is at o Pertinant
Tegards the oause of this accident are underlined,
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ADDENDUM MOR 160 NUOHES, Jams lobers

OwTs Patdgue 48 & faotor whdeh Ae sensidared hore, beosuss dte role oun nel

be determimed,

The pilot had comented on the diffdeulty he had An sleeping in the varm
woather, and that hia room was too hot to sleep oomfortably, The wiount of
sleep he obbadned the previews night 1s nob known, but Lt was apparently a
fAa) ndghts 16 40 known, hovever, that he took two naps durkng Whe day
prdor o thin fAAght, saoh of at lun.h one hour duratden, snd they may have

baen up to two hours eache The last of thess was shortly bafors s hop,

The benafiolal offeot of suoh a nap 4n well dnown, and the pilot auted
alert and refreshed before and during the fivet part of hin flight, Yor this

ponson, fardgue 4 probably net a faotor of signifioance in this wooldent,

0wd0s For & while after this sooddent oooun

» pllot disordentation vas

folt to be the major oause of 1b,

In trying to evaluate the role of vertdgoe in this omse, an interes ting
point about this alroraft has been brought to Ughts This he to do Wil
fioker vertd g,

Flicker vertigo 4s umally assooiated with & Mght besm atrdkdng the
subjents eyes At a frequency range from four to twenty per seoond, It Ao
som tdmen neen in sdngle englne ru‘lpnonuon adrorart set at lov 1N
taxidng dnto o 14t source, It manifents Atself by & state of hypnowis,
wiloh may lead to unconsolouaness or sonvilelons,




® _

ADDENDUM MR 162 KUCHES, Jamos Robert
=10 (Cont'd)

The retating beacons on the Sii)e=A helicopter have a single red Might
source which is reflected oft’ a doudlew=faced mirror, which rotates at forty=
five to Fifty tarns per minute. This produses a red Mgt bean visible from
any point about the aireraft at a rate of ninety to one hundred per mirute,
In » test of these beacons, conduoted in the hangar bay, 4t was found that
the apesd of votation can fluotunte, thus allowing them to get out of phase
with one anether, During this time, there wan a red Ught reflected off the

‘ hangar deck bulkheads at a frequency of one hundred edghty to o hundred per
miutes One wall was approximately thirty feet from the plane and parsllel
%o Ate long axin, and the other twenty feot ahead of the noae, This freqlency
of reflegtdon we easily seen from the pilot!s seat with the head tumad @nly
slightly w !l'n right, ao well as straight ahead,

The rate of two hundred per minute is below the four per second givén an the
lov range for flicker vertigo, so the ability of this frequency to produce
this type of disorientation is opmn %o debate, We do know that a raineshower
guch as' desordbed in this acoident provides good reflective surface for this
lighte

CeX)s Woathor is mentiord because 1t was prosent, and 4t wes bad, The
oarquale vere delayed shortly after tds plane lifted off, becawss it wvas
radnirgs The weathor forced ML IFR £iying on the pu.s._

ve MPUT PPV P P



ADDENDUM MOR 162 HUOHES, James Robert

038, The role of persohality traits can not be complotely dotermined in this
aocident,

The pilot was an g{pﬂrimccd aviator, and fully competent to fly this
adroraft in any weather. Some of the younger pilots in the squadron had a
type of hero worship for him, He was known as a confident pilot, -
_ Ho made things look easy. He was known to take short
cuts, but did not compromise on safoty. He had been known to fly with his
inertia reel unlocked, but it is not known whother it was locked or not on this
fight,



H8-9 AAR SER 1-62 18 00T 1962 SH.3A(HSSL2) BUNO 14900k FILOT HUOHES
PART VII - THE INVESTIOARION (CONTINVED)

MALFUNCTION CORAECTIVE AOTION
§a7-62  BONAR ALT READS 30 PT WHEN QIEOKS 1,0 UNDER SINULATED
RAD ALT READS L0 FT DIP CONDITIONS

Thin aireraft flew 9 £lighta for a total of 19,k hours before noxt Redar
Altinotor malfunotion,

Sellis62  RAD ALT INTERMITTENT DURINO CHEOKS L,0 ON DECK
FLIOKT

Mie adroraft flow 6 flighte for a toval of ik hours before the next Radar
Altimetor malfunetion,

§uRle62  TADAR ALTIMETER OYOLES CHECKED ON MENCH, TIOHTENED
OONTY OADLES, CHRCKS 1,0 IN AIRORAFT

Mhis aireraft flow § flighte for a total of 10 hours bafore going into first
Oalendar Major Inspaotion G=ll=62, Inspection was completed on T=30e62

and a tosy 1?“, of 2.8 hours wan flewn, Following this, 5 flighte with

a total of 12,8 hours wore flown bofore tho noxt Radar Altimetor malfunction,

Bulu82 w ALTIMETER DORS NOT REPLACED ALT FUSE CALIBRATED

This adveraft flow 26 flights for a total of 61,7 hours without any further
malfunction of tho Radar Altimoter prior to the accident,

The holicopter had a full fuol load on initial take off with an ostinated
gross weight of 16,830 pounds. An estimated fuel consumtion of 500 pounds
per engino hour would put tho weight of the helicoptor at the timo of the
accddont at approximately 16,230 pounds,

sm VIII - THE ANALYSIS

A, Porsonncl Factors

With the oxcoption of the Flight Surgeon the Board fools that the causo of
thie accidert was pilot disorientation, Although unable to dotermine con-
orote facts on which to base this,ccnolusion, certain faots point in this

directicn, The co-pilot did not seo the pilot after they had passed the
90 dogree position of the up-wind ¥ doos not know whethor the pilot
romained complotely

omfortable "sest of the

noted a change ‘in’aireraft attitude, The pilot's re-

or was not adequate to cope with the situation, The
aireraft contacted the wator, broke up and sank,

mwmwu os for Naval Aviators", NavWepe

.a:&d:fnwno: nnznasoeoxoom-wnmu
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landing aboard the ship, with the xo0 of

the last fev seconds before the crashs RN e
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PART VIII THE ANALYSIS (CONTINUED)

It 18 not dofinitely known how mach of a factor fatigue was in this asccident,
The proximately eight hours the day of the crash and seemed to
LG o be alort, He may or may not have been fatigued, however,
it 1s noted th o was msleep when tho word to "man aircraft" was passed,
The Board is unanimous in its conclusion that a four wait in the Ready Room
for the word 1o "nm adrcraft! is fatigwing,

oquate soAn epsential to eafo ght at altitvde in the viecinity of 200',

The oow=pilot did not devﬂo{ mn adequate orosocheck of cockpit instruments, In
the upwind turn the airoraft was IFR, Deing able to see nothing outside and
having experionced vertigo he should have turned his attention more frequently
to the instrusents,

u'.nFm nob ncheduled to fly originally but was later notified ( -
inatoly ono hour praor to flight) that ho was to switch seats with 1.r.m%
and night oarrier qualify. Wiile waiting in Flight Dook Control for the signal

at he was"tired]

Weathor enoountered in the upwind turn may have sontributed to the acoident in
that the forvard rotating bescon reflecting off preoipitation 1o dietracting,

B, - Supervisory Factore

It 48 folt: by the Bomrd thal
of the launch indefini

ng-ﬂvo minuten 1o not conaidered ou
dont time to pre §! an Si«3A for night cperations, No other
suporvisory factore are sonsidered yelavant in this acoldent,

0y MNaterdal Falluros or Malfunotions

Matorial fadlures or melfunctions are nob oonsidered to be a oause factor in this
acoddent :‘ tho majority of the Board, A minority statement is made under PART
X, © the ht Ourgoon, The investigation rovealed & prior history
of six (6) I disorepancies over a pordocd of nix (6) months and in each case
the equipmont was propexly ropaired and written off by maintenanco, No RADALT
d4ncrepancios appomred for two and cnehalf months including an {intormediate
inspeotion, prior to the accident, The slreraft was in an 'up" status when
accopted by the pilot and the RADAIT was operoting properly on takeoff (s00
enclosure (2)).

mg:':mmm of the BADALT through 00' was noted by the co-pilot, 16 s
be d this resultod from a rate of descent of the adroraft toward the water
coupled with a rolling of the airoraft toward straight and level flight,

Although not positively known to have contributed to the crowman's death it is
boliaved that the eenar dome and aspociatod equipment shifted forward upon impact
of the aircraft with the water, bre the orow seats from their moorings amd
inflicting sebere damage,. (enclosures 16)md (17)).

D, Facilities

The Board feels the action taken by the ship in holding  the flight was correct
tut initiated too late,

SPECIAL HANLINO REQUIRED IN ACOORDANGE WETH PARA 70, OFNAY INST 3150,

- 5



H8«9 AAR 162 18 OO 1962 SH«3A (HBS«2) BUNO 14,900k PILOT HUOHES
PART VIII « THE ANALYSIS (CONTINUED)
B, Survival Factors

ALl ourvival equipment involved in the accident worked properly with the
oxcoption of the pilot!'s and co-pilotis A5 Protective Holmets which camesoff
on impact in spite of the fact that tho ohin and nape strapes were tight

(o0o onclomures (21) and (22)). In addition to his helmat the co-pilot lost his
gloves, revolver and flashlight, Although the equipment pockets on the ocoe
pilote Mae West had been partially tom awny (enolosure (20)),he was still able
to looste and utilise all of the survival squipment noeded,

o oaw a eponson floating inverted, swam to it, ord elinbed irto the vher
woll adt rescve, He began blowing his whistle, which, according to the
0:-undi.m Officer of the MANLEY, groat value in locating him, On
approach of the rescue oraft 11‘06 bandcnod hie make=shift raft and

owen towmxd the boat, This action‘ls’ conkidered improper in that ho was bleed-
ing and in shark AnTested watora. He was lifted physioally from the water, in'
the lh‘.z'n whaleboat, placed in a "stokes': stretcher, and taken to sickbay abor
the '

PART IX « OONMENIS

Ay The majority of the Board feels the primary of tho accident ke poraonml
factor, It 4s Dolieved the pilot maintained both a contact and an instrument
flight' soan, and gradually descended in o right turn until collision was

made with tho water, Aadar Altimeter fallure ocannot be complotely discounted,
but if a proper soan hed been utilimed, any malfunotion of this ocmponont would
have been noticed,

Ao a oontrdbuting cause factor the co=pilot falled to integrate a vcan of the
instrumont panel with his attempt to remain contaoct,

Ba. The Flight Surgeon does not conour with the majority of the Board ad to the
primary cause of this acoident, His statement followas:

Tho moat likely cause of this acokdent 4s a malfunction of the Radio Altimeter
in t)e airoraft,

In reconatructing this ocase, we know fram the survivor's narrative and from
oyowitnoso roports that the 1ifted off the deck and progressed in ite
£light under control, The flow into instrument weather, and the co-pilet
otaton that when he looked at the pilot, he was on the instrumenta, Flying
this adroraft undor such conditions vequires a sean pattemn to cover the
umm Qrc wautor RADALT, and alrepeed indioator, This flight had
ristios or sudden or erratic attitude ohanges involwed,
oo the pilot must have been satiofied that he vas flying it correctly, nooonung
to hin truments ,

“m mm«umm.mn
hﬂ \Ml\l soro, and then they hit the wator,

Sonckined the tpeed vith Wit ummf&m"m" oot
®a Wnbeldevably fasth, The witness desoripbin of
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Fed, Te hardhat from the pilot was recovered following the accidant, The
damage it sustained is showm in the photograph,

The damage of grestest interest is that delivered to the center of the
visor wver, It appears to have started at the bottom, working up and
becoming greater until it ended in the deep portion, The visor, as shown,
has a hole punched in it, wrrupondlni to the upper oend of that groove.
An attempt to identdfy the obJject, or objests, in the cookpit that produced
this damage was inconclusive.

The microphone was twisted out and span down about its pivot point,
The blow which/did this struck the end of the boom behind the pivet point
comdng from the side and below, and continued on to strike the halmet in
the lower oar plece region, This area is not shown on the picture,

(YN < »¢=+», [N
I - :- the tightened position, showing that
the helmet was properly placed on his head and pulled up tight, It wes

otdll gotten off by some method, but when this occured is speculative,
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O=7 nmumumusmums,umummw

of the airoraft during its flight, the Co-Pilot admitted to being fatigued
prior to the hop, lbumctulonmtutuushom“mmhnouu
\tlnthomeom,htnﬁm'um”pmubmhmwmhm
due to fly, lbhdlhpt“mbuﬂthmﬁwnhht,lmthdhmup
mzummumwnmum. o states that he would have
uu.nmwmu.mormwmm.

=10 Thds, m,mumtmumumz, but the Co-Pilot did
admit m-’nmw‘c shortly after 14t off, He states that he felt

ey were flying straight and level, but pon referring to the V, G, 1., be
rmmmwbouuzsumongmm. It 45 interesting to note
that in his statement, he refers to the feeling in the "seat of his pants",
uuu-mum-unotmmu-mumzmnummwm

change in the plane's attitude shortly before impact,

B B T 172 Y BV v
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Fe7. The attached photograph shows the extensiys tears that his flight suit
sustained, There are numerous other rips which do mot show up well. The oaly
significant thing abnormal is that the sleeve sippers are open, although those
on the legs are sipped all the way down,

P8, The helmet of the co-pilot was recovered, and the damage is shown in the
ptoto, It is limited to the loos of the visor and the left half of the visor
shdelds The role of the halmet will be discussed in the narrative account of
his injuries,

P12, The life jJacket was torn durdng exit, but the damage was limited to
ripping the upper pockets locse at the tope They were still attached at the
bottom, and all the tente were pr b and %kables The 1ife jacket held

air on ‘pumhp ohecke
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Belt tight and required much effort.to get out,
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He3l, This sooident was seen in ite entirety by at least two peopls, who
gave Lmmediate wamning, and who were able to describe the apparent path the
plane followed prior to impact, Their vision was linited by night and rainy
weather, but both stories coincides

He32¢ Although hie light did not work perfectly, it was easily visible from

the second heliocpter when they approashed and flew over hia, It was

rechookad upon its return from the rescuilng destroyer, and found to work well.
’

He33s The co-pilot had no difficulty in locating and using his night flares,
even though the pockets holding them were torn loose at the top. The firet
mnm-mwwmwnmmr,unnumcmpuouu
the other helicopter who flev over him, The second flare was also seen
easily from the carrier, and from the destrcyer, who was then nearing him.
Both flares burmed for ten to fifteen seconds.

He34s Thls rescus again shows the value of the whistle, The destroyer
captain told the co-pilot that be had originally sighted his positdon by
the flare, but taat after this bumed out, be hemed in on him by the whistle,
which the co-pilot blew almost continuously after boarding the sponson.
There was very little wind that night, which helped the destroyer crew to
hear 1te




Me0s  T™he plled dbeplaysd od Anganudty An Finding hinself & \ype of
ralhs  Bhortly after surfaciag, he nothosd one of Whie alroraft's sponnons
floasing Anverted nearbys o swvam over o 14, olimbed (nte biw whaslawell

and Jeansd up agadnet bhe gear, whdoh wes extended, The well was partly

avash, bub mupported hds velght vithoud dirfiondby .
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NARRATIVE OF INJURIES RECEIVED

The major partion of this man's injuries were apparently sustained in
hie attempt to get free of the airoraft.
In reconstruoting the ohain of eventa, the firet injury was inourred

when the alreraft first struck the water.

He was then thrown

violently about in the ocockpit, probably bacause his seat was tormn free from

the airoraft, It is not known whether he still had his helmet on at this tine,

12 10 doun net oo von 1+ 0. |

Ho remembers that after the second impast, that he felt water coming up
fast, and that after taking a deep breath, he became submerged. He waited

two seconds, released his lap belt, and reached to his loft and found an

oponings He began to olimb out this way, but found himself restrained., It

(noe surfaced, there were no

further actions which could have produced significant hjury,_
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NARRATIVE OF INJURLES RECEIVED (con't)

Ris right flight shoe is

completely intact, with no sign of damage.

His flight suit bears mute testimeny to the numerous sharp odges he pasoed
through, The accompanying photographs do not adequately show the tattered
condition it was in, and how many separate tears it had,

The total of ke injurdes 4o

Treatsent rendered:

























Narrative on the Orash

This airoraft spparently struck right wing and noss down, at a speed
of 100 knotes There are two major factors which probably contributed to the

injurdes sustained,

Secondly, the heavy sonar bell id situated behind the number bwe

The right oide of the baok of the seat is bent drward,

debris that was recovered is from the forward crew compartaent, in the area
of the port entry hatchs This inoludes the decking at the entry, the plece
next to it vdth the sonar track, the first aid kits, the broom clovet door,

and two pleces of quilted covers from the overhead in the orew section.
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Analysio of the Acoident

In reconstructing thie case, we know from the survivor!

from reports of eyowitnesses that the plane liftad off the ¢

in its flight under control, The plane flew into instrusent weather, and
the co=pilot states that when he looked at the pilot, hewas on the

mntes Flylng thds aircraft under such conditions requires a scan patterr

o cover the V.0G,I., RadeAlt, and airspeed indicator, This flight had nc

abnormal characteristiocs or sudden or errat itude changes involved,

The co-pilot
tarned to the Rad-Alt, saw it rapidly passing through 80 feet toward sero,

and then they hit the water,

_"h"

co=pilot described the speed with which the radio altimeter needls went




through BO feot o8

f1ight path sho

Maso,

ehango before

162
Analysis of the Accident (cont'd)

manbelievably fanth, The witnesses description of the
wa no part of 14 as having ay guch rapid y1tdtude lons.
looking out of the oockpit, and folt the sttdiuvde

the co-pilot was

v looked at the Rad=Alt,

We know now that prior to the

yyen to hold

time this helicopter 14fted off the deck, the ofrder had been E

s untdl the ship was clear o

In its patd

¢ the rain showers.

up the sarqual
down the chain of comand, it was delayed enough ®0 that 4t 44d not reach
The plane vas {n fact twming back to the

the pilot until he was alrborno.
when the crash ooourreds

carrier, after recedving the order,

Ap in most

accidenta, however, there are lots of "Ife%e



MOR 1-62
Analysis of the Accident

The majority of the investigation board feels that the pri cause of

this accident was pilot error in that he did not maintain a complete insrue
ment flight during IFR conditions, Thoy feel that he was alternation between
visual contact and instrument scan and did not appreciate the altitude loss,
They fu_l the natural tendency for a pilot turning right is to look out to
olsar himself, and also, in vhis case, %o visually check the location of the

alrcraft carriers. They feel that this contributed to some degree of dis-

orientation,

The altimeter source operates perpendicular to the
oross axis of the plane, and so if the plane is banked, the slant angle

would produce a faloely high altitude roading.

Investigation of these two points brought up these facte:
& The DuWeps Manual of Aerodynamics for Aviators §ives a radiws of
tum for an aireraft doing 95 knots in a 15° turn as 2900 feoot.s The dia-

gray pf the accident depicts the Aishap a8 beat as oan be reconstruoted,
The resocuing deatroyer gave the distance from the scene of piokup to the
carrier as 2300 yards, or 6900 feet,



(Cont'd)

. Analysis of the Accident

b, In order to measure the possible error introduced

a right triangle,

y the slant ang

ol tme tor

i ng the aotual altdtude the side to
3]

for the unknown

the angles We solve

anount of
A
1

of the angle times the known hypoten e 0, W

For 15°, tho aotual altdtude 4s 77 feet,
Fir 30°, the aotual altitude is 69 feet,

for ‘553, the actual altditude 18 L9 feot,
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Statement of L1JO usm.F ooncerning HELASION
NINE AMR 1-62 ocourring TORER .

At approximatoly 1900 I ohocked to soo if I was to fly, The SDO
informod mo I was ::: sohodulod, About 2215 I recoived a oall from the

in an sircraft alroady carqualling. I went to tho roady room nand was
informed I was the next to switoh, I wont diroctly 'to flight dook
control, Thay refueled "520 and launchod about 2330,  After tho oo
pilot had qualified I switched seats with hin, The aireraft was on
dock about a minute and a half, Wo 1ifted off and proceodod upwind,
he pilot informed mo tha om this po A ]
got into the goup
W The ship called, saying "retwn to DANKNOTE
and until wo olear the woather", or something to chat offeot, The
pilot called "61" and asked for his position, "AL" replied that he woa
albout & nlle ahoad of ui, 4 LA
LA U

I assumod he turnod right to
separation roraft as thoy returned to the ship,

o were g ored )
our own running lights and rotating begoen in the guwup arownd me
it we vere stralght and level anc orogschecked the VOI whioh indio
fore dn a 15 dogree right bank, 1 also noted tho WADALT to bo at 200

Tk our oir P0wys Ko, although LI'n not Gure

0 0 dong afforing 1
in visual contact

T Shink ow poed wao TN

vimually chocks adrepood indicator,

rvigo and wen ntact again trying to Tegals un w

LD ;\am_.;;mﬁrnimmmmmm&riw-mm, (hings did
gV - ‘3 S AL

d the
b 00!
N of my pant hooknd the TADALT and oow
v had lookod at the
or his inisdnl bank and he apponred to be gompl
ethor ho gtayed on ingtruments or not I don't know
hit the wator nt ¥ 0, to bO 6 right-wing Ao bitudo,
Irmodiately I smollod JP=S, I falt somothing hit mo in tho noso which
@ beldeve to have boon my hard hate

Aftdr indtial impoot we bounced back into tho air end soomed to go

nnmlﬂns
socond impoot I don't position the adreraft contacted the
water, I was thrown violently about the cockpit. I had the impression
disordionted as to my position
t wator at my foot, It rose vory
deop broath before I was o

torn loose and




T wadted un'.il I qu scarch lights fron the two cloeing
destroyors w firv gy second flarv, All I did then vas sit tight and
continuo blowing my whistls, The soarch lights from the USS MANLEY
picked me up shortly theroafter and tho ship closed me. Thoy stopped
doad in the water aproximately LO yards from mo. I was off thoir
starbdard begm, I abandoned the sponson and started swimming toward the
ship, They throw soveral lines in my direction, one of which finally
came over my shoulder. I grabbed hold and was pulled to within ten yards
of tho ship. I was advised thoro was a whaleboat in the watoer on tho
port side and it would pick mo up shortly, Pickup by the boat was
accomplished. quickly and withoub incidont, I wag lifted physically into
the whaloboat and was placod in a stokes strotcher, The whaloboat was
taken to the part side and liftod aboard the destroyere I was takon to
sickbay whero two corpsman and a doctor from the DASILONE cleaned mo up.
Tho MANIEY turned immediatoly toward Cuantanamo Bay where I was hospitale
ized,

Tha skipper of tho MANLEY disclosed that the second red flare indie-
catod my position and he homed in on my whistlo, I cstimate that 30
soconds olepsod betweon the time the pijot tranamittod his.intention
to twrn right to "61" and the time we struck the water, Fiftoen minutes
olapsod botwoon the tims I found mydolf in the water and the timo I was
pi.ckod up by the MANLEY, I know d no way in which the accident could
ve control of tho atroraft

The above: statement was procured from L'Nmn the Ouantanamo Day
Naval Hospdtal by a member of the ABoident otigation Doard ond 4o
cortifiod to e a true statement,

!!l F&mim‘ Board Membor
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STATRMENT of wmm USN, concerning HELASRON
NINE MR 1-62 cocurring 18 Cotobex "

On the afterncon of the 10th of October 1962 LODR HUQIES departed
Ready Room #1 at about 1330 and stated that ho was going t0 his room
for a nap, 0inoe ho was bohoduled for the evening launch, I returned
to our room &b about 1600 that afternoon ard found him asleep, I turned
4n for a nap at that timo as 1 wao sohoduled for the same launoh (2200),
IDCR KUOKES awoke and left the room ab ebout 1615, At 1800 ho returnod
and woko mo stating that our briof time had beon moved up to 1900 and
that wo should eat in flight goar in order to make brisf time,

Wo arrived in Roady Room #/1 at out 1900 for our launch brief, W
wore informed that the launch would bo delayed and to stand by, Wo wre
sohoduled for night holo ocarrier qualo, LODR HUGHES doparted the roady
room at about 1930 and returned at about 2100, Ho sat down and wao &p-
pa uql:n;gi avakoned I‘BD Jaunch, Ho was pohoduled to fly with

R

m in that order, Vhon the ready

and
room was informed th R HUOHES wha orno, LTJ00 I wont to

- f1ight deck control to stand by to switch pilote. L oarmented
that ho was rather tired and that sohedulod for an o DO vatoh
the following morning, After LTJO was in the airoraft I observed

the followingt Helicopter side n , launched from the fantall area
and flow parallel to the ohips hoading on the port side, Ocon $horv=
after Helicoptor side number 52 launohod from noar amid ship and paralloled
the ships heading on the port side, - Ab this point I lost sight of Helo
£1's 1ights since the ship was heading into a rain ohower area, Holo 52
orossed tho bow in & shallow right turn, The H8-P Command
Duty Officer, LI was standing near me and commentod that Holo 52
appeared to bo descol + Tho lights on Helo 52 locked rather fusey as it
was in a vain showor and did appoar to be to be in a shallow right tumn -
dosoending, At this time I lost sight of Holo 52 and went to a position
on tho starboard aide of tho ship through Flight Deck Control, - As I reached
the rail a flash of lightning appoared from the directiocn I laot osaw Helo
§2, temporarily blinding ms, I nover regained sight of Helo 52's lights,
Shortly thoroafter a red glow appeared in the water on a pearing of approx=
imately 110 dogrees relative to tho ships hending, Two dostroyers yverg
heading for this area and the BISEX was starting to back down, LTo

was roported to be rescued frem tho sea end the search continued until
approxisately noon on the 19th of October,

um_ was designated a Naval Aviator in June 1951 and has compiled
a total of 3198 flight hours of which 180 hours have been in helicopters,

N
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STATRENT of 10D W USN, conceming HELASRON
NINE AAR 1-62 occurring 10 Ogtober

1 had been LODR HUOHES rocmmate since loading aboard the USS ESSEX
on O October 1962 until his death, Prior to this timo I knew very little
sbout hin, During the period 8 October to 18 Ootober 1962 the following
observations are noted, - IODR HUGHES spparently did not have any family
or groat financial problems, He did have BuPers tranafor orders to be
offooted in November, 1962, thun was concerned about selling hie proporty
in tho Quonset Point, R,XI,, area, however; not to the oxtent of worry, Ho
had no alocholic beversges in his room and to the best of ‘my knowledge did
not touch oinoe departing home port, I was not awarg. of any
gormul probloms he may have had, Ho did not have any pereonal mail when
{nventorded hia poraonal effeots, . lo commented once that he and his wife
oom!por:ﬂud onow during & two wook perded while on oruises = through mutual
agroemont ,

On tho afternoon of the 18  October 1962 LODR MUGHES doparted Ready
Room #1 at about 1330 and stated that ho was going to his room for a4 nap,
sinoe he was scheduled for the ovening launch, I returned to our room at
about 1600 that afternoon and found him asleep, I turned in for a nap at
that tino ns I was soheduled for the smne launch (2200), ICOR HUOHES awoke
and loft tho room at adout 1615, At 1800 he returnod and woke me stating
that our brief time had boen moved up to 1900 and that wo should eat in
f1ight goar in order to make btrief time, Boforo departing the room ho asked
me 4f I would tum in his "Poopy" suit and imner liner or him, This roquest
was probably duo to his having ro orders and would have departed
prior to her arrival ab homo port, He also ccrmented that ho had bettoer
start swaring his dog tags faithfully since 'you never know whon you will
neod thom", Weo arrived in Roady Doom #1 at about 1900 for cur launch briof,
Wo vore informed that the launch would bo dolayed and to atend by, Wo were
schoduled for night holo oarrier quals, LCDR HUIIES doparted tho ready rom
at about 1930 and returned at about 2100, He sat down and was pl%

[ awakonod to launch, Ho was scheduled to fly with LIVG

LT and LODR in that order, Wien the ready room was

that B8 wan , L1 and I went to £1 ight dock control
to ptand by to switoh piletes, LIVO commented that he was rather tired
and 0 was sohod for an ea, watoh the following morning, After
Lo was in tho aircraft I obgerved the following: Hellcopter side
numbe » launched from the fantail aroa and flew parallel to the ships
hoading on tho port side, Socn thoreaftor Helicopter aide number 52 launched
frem near andd ship and parallelod tho ships heading on the port side, At
this point I lost aight of Holo 6l'o lighte sinco the ship vaa heading inte
a rain thowor area, Holo 52 cromsed’ the ESSEX 4n a shallow right
turn, The H3«9 Commend Duty Officor, LT was standing noar me and
commonted that Helo 52 ared to bo dosconding, The lights on Helo 52
looked rather fussy as it was in a rain shower and did sppear to mo to bo in
Ab this time I lost sight of Helo 52 and

£ the ship through Flight Dock
1ightning from the direction I

I nover regeined sight of Holo

in the wator on a bearing

2}
of
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sraeuent or con (SNSRI s\, Air Officer USS ESSEX
(CV8~9), concerning HELASRON NINE AAR 1=62 occurring 18 Ootober 1962

On Thursday night 18 October 1962, T was in Frimary Flight Control cgnduct-
ing helicoptor carrder qualification landings. Two (2) 00 were in the
carrior qualification pattern, side mumbers "52" and "61", The helicopters
laurched at 2328, wind 15 knots down the angle deck. 52" had made landinge
at 2349, 2351, and 2354s After the 2354 landing the airoraft was held on
dock for a singlo pilot switoh. "61" had made 3 hndingn, the last one was
made at 2355, After the launch from the 2355 landing, I instructed "61"to
proceod up wind and give a weather report.

While "52" was still on deck, the Bridge called on the 10JC sound power
pione oircult and stated that 3 miles ahead there was a rain shower. There
was a good horigon to the port, starboard and astern, but ahoad there was

no definite hordzon, I recommended that "52" be held on deck and "61" be
recovered and that both aircraft be held on deck until ve were through the
rain shower. Bridge concurred with this and as I started action to hold "52"
the aireraft lifted; time 2356.

Just after "52" 1ifted and while along the port side of the ship, I informed
both 52 and 61 of the weather ahead and also cleared both aircraft for landing
and stated that we would hold both planes on deck until clear of the rain
shower, Both airoraft acknowledged and "61" reported that there was reduced
visibility ahead,

152" proceeded ahesd of the ship and I could see "61" approximately 2 miles
ahead olightly to ports I instructed "61" to turn on his "Ordmes Light" and
he conformeds "6l reported that he was Just ahead of & dutroyor which was
approxinately 1) miles about 15 degrees to port of tho ESSEXs "61" asked
M52 4f he was ahead of the ESSEX with "Orimes Lighto s "52" reported
that this was his positions I had both aircraft in oight, "52" approxi-
matoly L mile ahead of the ship 150 to 200 fi, and"6l"approximately 1i miles
15 degrees to port.

1 underatood "52" to state that ho was turning down wind to starboard, "61"
"rogered" and said "turning starboard”. I watohed "E1" as he procecded
dowrwind along the port side. Within a fow seconds after the radic communica-
tions betweon "61" and "52", a bolt of lightning illuminated the eky. Within
poconds aftor the lightning a report came over the sound power phone that
there wan & poosible H38 in the water'off the starboard bows I called "52"
over the but no rgog:u I informed the Bridge of tho report. I
instructed "61" which af o time was at the 180 dogm position to proceed
to starboard and that "52" was in the water. As "61" proceeded arcund the
stem I saw a flare off the starboard quarter. "61" proceeded to the scene
and reported that he had the flare and a light in eight.

The Commanding Officer of HS-9 who was in Primary Flight Control requested
that "61" be returned aboard. This request vas passed to the bridge and
approved. I instruoted "A1" to land aboard and he did so at 0001,

I&mﬁm”i‘mmtmwwmrﬂlmmdum
lose altitude or hit the water. I saw no indications of survivors except

post of Adr Officer aboard the USS BSSEX since
designated a Naval Aviator February of 1944 and has

3500 1 hours.

) W»wm 70, OPNAV INST 375046D
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